Introduction

1
The level of regional accessibility provided by transportation networks has long been recognized 2 as a critical factor in shaping urban land markets, and hence urban structure. Land markets play 3 a critical role in conveying information about the value that households and firms place on loca-4 tion factors, and in conveying information to developers of urban land about where to invest. As 5 interest has grown in understanding the dynamic relationship between location, development and 6 land value, along with interest in understanding and forecasting the effects of various transportation 7 policies at a spatially disaggregate level, there has been an increased need to focus on estimating 8 the relationship between accessibility and land value. This paper contributes to a growing body of literature featuring studies that attempt to estimate 10 the relationship between accessibility and land value at a spatially disaggregate level. While spa-11 tially explicit and disaggregate measures of urban accessibility have been recognized in geography, 12 urban planning, and related fields for many decades, their emergence as measures of urban form in 13 studies of urban land values has largely been a more recent phenomenon. We use a set of acces-14 sibility measures developed for the Minneapolis-St. Paul (Twin Cities) metropolitan region, along 15 with a large cross-section of regional home sales with a rich set of statistical controls to estimate the 16 marginal value of access to regional employment and resident workers. We also pay some attention 17 to local locational factors such as proximity to the regional highway network and examine whether 18 recent construction projects to add highway capacity have impacted local property values.
19
The paper proceeds as follows. The next section offers a brief overview of empirical studies of 
27
Studies of Location and Land Value
28
For nearly half a century (and perhaps more), urban researchers have conducted empirical studies of 29 the relationship between location and land value. Early studies were motivated by the desire to test 30 theoretical models of urban structure and land rent [1, 16, 17, 18] . These theoretical models gen-31 erally treated transportation quite crudely, mostly out of a desire to retain the analytical tractability 32 of the models. Transportation was specified as having universal availability and a constant unit 33 cost specified in terms of distance from a single CBD, where all employment in a city was located.
34
Households traded off transportation costs against land and other consumption goods, giving rise 35 to a unique rent gradient which described equilibrium rents at a given distance from the CBD.
36
While many early studies grounded in theory of the monocentric model of urban structure pro-37 vided satisfactory statistical fits to available data, usually with log-linear type of specification, it 38 became increasingly clear over time, both from causal observation and from empirical inquiry, 39 that cities were evolving away from the monocentric model. Many economists and other urban 40 researchers began to explore the role of subcenters as a common feature of urban structure in mod-41 3 ern, polycentric cities [14, 7] . between location and year of sale to test for any variations in the effect of proximity to an improved 7 highway during the study period.
8
The measures of regional accessibility employed in this study are zone-based, cumulative op- 
where A i is the accessibility for zone i, j indexes the j th zone, J denotes the total number of 17 zones in a given region, B j is a binary variable taking the value of one if zone j is within the given 18 travel time threshold from zone i and zero otherwise, and a j represents the number of opportunities 19 in zone j.
20
As the data represent a relatively heterogeneous, cross-sectional sample of property sales, we 21 will use OLS with heteroskedastic-consistent standard errors to estimate the models.
22
Data and Variables
23
The empirical model is fitted to MLS home sales data covering sales in Hennepin County over the ification is the sum of the coefficients for the two highway proximity variables described above.
22
Other Determinants of Home Prices
23
Results indicate that, at the sample mean, an additional bathroom adds about 7.5 percent to the price 24 of a home. An additional fireplace adds 6 percent, while each additional garage stall adds roughly 25 5.5 percent. The effect of age is nonlinear, as expected, and is captured by adding a squared term to 26 the age variable. We can interpret the coefficients as meaning that for each one year increase in the 27 age of a house, there is a 0.6 percent decline in price, and for each 100 unit increase in the squared 28 age of a house, there is a 0.5 percent increase. This explains the observation that newer houses 29 tend to be more valuable, as are very old houses which tend to be of higher quality, attract more 30 investment in preservation and rehabilitation, and are less likely to be torn down and replaced.
31
Variables relating to land and site characteristics are also shown to be highly significant. We 32 estimate that each additional acre of land adds around 3.1 percent to the sale price of a home. Also, 33 homes located on or near water features command a premium. We identify separate effects for 34 lakefront homes, homes with a lake view, riverfront homes, homes with a river view, and homes 
42
Neighborhood variables also add some explanatory power to the model. Of particular impor- for other measures of school quality. The percent of population in a Census tract that is non-white 8 is associated with lower home sales prices, and the median household income in the tract in which 9 a home is sold appears to have no significant effect on its sale price.
43
10
Conclusion
11
From the empirical model that was specified and estimated in the previous sections, we have ob-12 tained estimates of the value of accessibility to regional employment and to resident workers. Our 13 estimates indicate that the effect of regional accessibility to employment on home prices is substan- the right-of-way itself has a negative impact, though this negative externality effect appears to be 21 confined to the area within about one-quarter mile of the right-of-way.
22
One can think of some important ways in which this study might be improved upon or expanded Other improvements might relate to the quality and quantity of the data used and the focus 32 of the study. Since theory suggests that changes in location premia are capitalized into the value 33 of unimproved land, it would be helpful to attempt study these questions using data on vacant or 34 undeveloped land, thus reducing the need to control for the influence of building attributes. Also, 
